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Please Note: The Next Meeting will take place on the Second 
Tuesday in N0vember (8th) at the Leinster Arms Hotel, Cnr Gold 
and Hotham Streets, Collingwood, Melways Reference 2C G6.h, 
commencing at 8.00 p.m. - the Restaurant is open from 6.00 p.m. 

 
October Topic: Judging of Indoor Design Competition 
 

Contacts: 

President: 
  Paul Butler    
    pgbrol6b@tpg.com.au 

Secretary/Treasurer: 
Sean O’Connor (03) 9481 6607 

    sean-oc@netspace.net.au 

Editor: 
 Mike Glaister (03) 9733 0431 

 michael.glaister@gmail.com 

Competition Calendar. October/November 
 

November 6 Backup Day 
Eynesbury Field 

November 27  Oz Diesel and Combined Percentage Open 

Eynesbury 
December 4 Back up day for postponed events 

Eynesbury Field. 
Dec 5[Monday] VFFS Grand End of Year Ind. Scale day. 

Sandringham. 
December 18 State Champs F1L and Team Trial F1D. 

 Manningham DISC. 
 

Editorial: You may recall that I used the phrase Je suis 
maudit last month. Well, the situation has not improved, as the P30, 
which caused me such grief at Springhurst, having (this time) been 
carefully repaired, was then promptly lost during a combined fly-in 
at Di Dio’s. I mention it here in the editorial as, at the outset, I 
wish to thank Vin and Leigh Morgan and Sean O’Connor for their 
diligent and unstinting help in the search for the errant P30 – 
combined, there must have been at least six to eight person-hours 
spent trawling through the evil mess of bum-piercing thorns and 
armpit-high thistles in the adjacent paddocks –all to no avail, the 
P30 is now a (hopefully temporary) resident in some far-flung 
Tarneit field! This unasked for assistance is how I remember the 
co-operative spirit and camaraderie of the old days – F/F is very 
much alive when a group, albeit small, can get together and enjoy 
the pure pleasure of flying. Thanks again for your efforts guys! 

When you read this newsletter, please note that we are less 
than two months away from the F1D Team Trial and the Grand End-
of-Year Scale Day at Sandringham. The Team Trial is an important 
event, as it is the first time that there has been any attempt to 
select a team to represent Australia at an Indoor World Champs 
for XXXXX years. I have been informed that we may have three 
competitors from South Australia and hopefully one or two from 
NSW and Queensland. As the VFFS is hosting the event, we need 
the support of as many members as possible to make the event a 
success. So, if you are not competing, your assistance in timing 
flights, door-keeping and a myriad of other small tasks would be 

greatly appreciated – don’t just leave it up to the regular few, turn 
up and support the event. Apropos the F1D trial, Peter Lloyd, who 
has agreed to be part of the Jury, will bring along any and all pre-
ordered supplies, this is a convenient way of obtaining those much 
needed and specialist items without having to journey out to 
Greensborough, a considerable distance for most of us. So, either 
ring Peter on (03) 9435 9042, e-mail at: info@pelaero com au  - or 
snail-mail your order to 

PEL-AERO PRODUCTS 
7 PELLET STREET, 
GREENSBOROUGH, 3088 
AUSTRALIA 

Still on the subject of F1D, my latest copy of the Vol Libre 
Trimestriel newsletter (Decembre 2011), has an article on a three-
day workshop in which there were 17 participants Juniors and 
Cadets – (whatever that means). Starting from scratch, each 
participant constructed at least one F1D model and the group photo 
taken at the conclusion shows all 17 stagiares, senior and junior, all 
proudly displaying the results of their handwork. Whatever the 
French are doing, it’s working – we can’t recruit anybody, let alone 
persuade current members to have a go at the F1D class. While the 
F1D class can be stressful, and drive you to drink (as it did your 
Editor) it is not technically difficult, nor is beyond the capabilities 
of our current members. So, c’mon fellas, don’t be shown up by the 
French, or worse yet the South Aussies, have a go and swell the 
numbers at the Trials. You never know, you might succeed and earn 
a place on the Australian Team for the next World Champs. 
(Unlikely, but possible!) 

This month we have reports on the Di Dio’s event and the LRS 
- Percentage Indoor Open at Manningham, two further Wakefield 
designs from the ‘50’s, courtesy Devon Sutcliffe, and the Davies 
Charlton story courtesy Adrian Duncan via SAM 1066.  

This latter article is a valuable piece of our modelling history, 
a well-written and authoritative account of the rise and demise of 
D-C and full of “hot keys” to direct you to further reading. 

 
To begin this month, minutes of the October General Meeting 

Minutes of the General Meeting, 4th October 2011 
 
Meeting Commenced: 8-03pm 
 
Present: N.McLeod, D.Cassidy, M.Glaister, S.O'Connor, 
D.Sutherland, J.Fullarton, C.Parker,  P.Butler, R.Neve, R.Bird, 
D.Boughton 
 
Visitors: None 
 
Apologies: None 
 
Report on Last Committee Meeting: Briefly summarized by 
S.O'Connor. Primary topic of discussion was the upcoming Working 
with Wood Show. 
 
Business Arising: N.McLeod and R.Neve are driving the VFFS 
presence at the Working with Wood Show but are in need of 
further volunteers. 
 
General Business: 
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Meeting Topics: 

November Design competition for indoor models with a 20" 
maximum wing span that are suitable for beginners. R.Neve is 
donating a bottle of wine as a prize for the winner. 
December Wing sections 
February  Gear trains for rubber power models 
March  Spoked Wheels for Scale Models 
April  Retrieval Methods for Outdoor Models 
 
Contest Report: None. 
 
Other Business: M.Glaister reported on the days flying at DiDio's 
field. 
D.Cassidy raised the question of whether or not members were 
prepared to keep meeting at the Leinster Arms Hotel, since we 
sometimes get relegated to the regular restaurant, which is 
somewhat less than ideal. The general consensus was to stay with 
the Leinster Arms Hotel because the food is good and we may get 
shoved aside in the same manner if we move to another hotel. 
S.O'Connor offered to have the meeting at his house after 
completing our meal at the hotel, the next time this scenario arises. 
 
Meeting closed 8-31 pm 
 
Presentation and Discussion Topic for the Evening: 
Reduced Scale Wakefield models were brought along by M.Glaister, 
N.McLeod and J.Fullarton. There was lively discussion around these 
models and their flying. 

 
 The Di Dio’s Interlude 

Taking advantage of a break in the relentless gales, six flyers 
made their way to Tarneit to enjoy a bit of free flying without the 
pressure of competition, a condition under which your Editor always 
goes to water. First to arrive was David Sutherland, a welcome and 
pleasant addition to the dwindling ranks of the outdoors flyers. 
Second, and half an hour late, were Sean and myself, followed 
shortly thereafter by Leigh and Vin Morgan who had, after much 
grovelling, been able to persuade their Garage to re-schedule the 
car service booked for that day. Completing the roll-call was Gary 
Sunderland, replete with a brace of scale models, of which more 
later. 

Di Dio’s had been chosen for a variety of reasons, chief of 
which was that David did not have a key for the gate at Eynesbury 
and second, because it is closer. (Di Dio’s field is currently a bit 
iffy, as the owner/lessee has the stated intention of sowing a crop 
there sometime this year, so the venue was suggested as a 
tentative arrangement with the possibility of a diversion to 
Eynesbury if there was any evidence of cultivation) 

David had two models with him, a Mick Farthing lightweight 
and what appeared to be a ’39 Korda. Both models were surprisingly 
zippy on the climb and achieved a respectable altitude, but the 
glide of both was a trifle steep (brick-like), which was just as well 
as we later learned that David was not using a D/T! 

Sean had brought along his Mick Farthing, the fuselage 
recovered since it’s last outing at Eynesbury (the covering on that 
occasion was decidedly “ratty”) and, following the loss of his P30 at 
Springfield, was trimming it out for the Garnham contest, yet to be 
held. 

Leigh was flying her “Bondy” - designed P30 and almost 
instantly caught a real boomer and D/Ted from a considerable 
height at around three minutes, but still within the boundaries of 
the field. Vin had come equipped with numerous F1A’s and was 
proceeding to trim one of them. At first, the model was pulling to 
the left (Vin’s perspective) and whilst on circle-tow, produced some 
impressive swoops to about half line height before climbing back up 
to the top. Being quite close to where Vin was situated, I was able 
to observe him as he adjusted the trim, accompanied by various 
tweets and sundry noises from the electronic timer of the model. 
The adjustments were very successful as, a little while later, the 

model was towing to the top of the line and circling gracefully 
without the heart-stopping zooms previously in evidence. 

I had brought an array of models with me, principal of which 
was the XL56b, now repaired after the Springhurst misadventure, 
and after winding on about 600 turns, was just setting the D/T 
when the bloody Tomy timer decided to shed it’s bob-weights and 
run at about 5 seconds per rev! After a short gnashing of the 
teeth, I regained control (a dubious statement) and decided to fly 
one of my SOCoupes. After replacing the motor, strands broken on 
a previous occasion, and winding to about 80% turns, the new motor 
broke! Yet more gnashing of teeth!  With no other made-up Coupe 
motors available, that left the now (properly) repaired P30 as my 
only flyable model. 

While I started to play with that, Sean had decided to fly the 
Mick Farthing yet again and as usual, after a spectacular climb, the 
model transitioned into a steady glide. Several minutes later, Sean 
became somewhat concerned as the D/T had not worked as 
advertised and he was off on another long retrieve toward the 
West – Fourth D/T failure in less than two weeks! 

As these dramas were unfolding, the Morgans were going about 
their business with a great deal more competence than most others 
(to be honest, that means everybody else), while Gary Sunderland 
was proceeding to demonstrate how a Sopwith Triplane spirals into 
the ground, the arrival of which made all who observed it wince! A 
short while later, the remarkably undamaged model was cruising 
safely at some considerable altitude and after the motor cut, 
demonstrated how draggy a Tripe is, with the steepest glide I have 
yet seen! Sometime later, Gary flew his 1911 Duigan, a very 
impressive model both in the air and on the ground and with a 
surprisingly good glide (at least compared to the Tripe) 

Shortly thereafter, Sean returned with his Mick Farthing in 
two large pieces. It had landed in a market garden and had been 
“retrieved” by some farm worker who had, with customary delicacy, 
managed to crush the fuselage in his meaty paw! I, by this time had 
managed to get the P30 together, sorted out the trim and had 
wound up for another flight. I waited until I felt the passage of a 
thermal and sure enough, managed to launch right into it –if Leigh’s 
earlier flight had caught a good-un this one was better, my P30 
going up very rapidly. After a while I decided to wander off after it 
– my first mistake, leaving my field glasses in the boot of the car – 
my second mistake! Time passed and I was wondering if the D/T 
failure epidemic had infected me as well, however after some four+ 
minutes, the model D/T’ed and I watched it come down, at the 
limits of (unaided) visual acuity. With no depth perception at that 
range, the only reference was a dead tree in the middle distance, 
and as I had wandered away from the cars, I had no back visual 
reference to use as a second alignment point. So began another 
ultimately fruitless search for yet another “Quattro Gusti”, Sean’s 
having been lost at Springfield nine days earlier. 

I was joined in the search by Sean, and a short time later by 
Leigh and Vin. Together, we must have spent at least eight person-
hours scouring the murderous tangle of boxthorn, rocks and 
thistles in the area in which I had presumed it had come down. So 
ended yet another happy day of free flight!  

I am beginning to believe that I am the central character in 
some Greek Tragedy and that the Gods are defecating on me! 

Sean, Leigh and Vin I owe you a debt of gratitude for your 
help, so the next time we are out together, I’ll pay for the drinks – 
as long as you don’t start ordering from the top shelf! 

 
Percentage Open and LRS at Manningham – 16th October 

With four classes being flown (it could have been more if Nick 
Calvino, Gary Sunderland and others had brought along their Hangar 
Rats) and with Jim flying his ornithopter and Gary his peanut scale 
Bleriot, total confusion reigned! 
Sean had focussed on the F1M class and as the record holder, was 
trying to improve on his already impressive 9:49 record. Col was 
trying his hand at just about everything save F1D, while Jim was 
having a go at Bostonian and F1M when not playing with his 
ornithopter. My contribution to the madness was to try and re-trim 
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my F1D, which, due to rough handling required a jury-rigged repair 
to the tailboom and was, in consequence, flying at or beyond the 
stall 
 Sean had some troubles on his first flight, his model not 
performing up to expectations. The trouble was traced to a broken 
pushrod in the delicate VP mechanism, which once found, was 
quickly repaired and the model was then back to it’s true form with 
a 9:01. (I cannot either explain or understand the low times of the 
subsequent two flights as every time I saw the model in the air, it 
was flying faultlessly). Col Parker’s only flight in F1M at 5:07 was 
also pretty good and was also a personal best, which illustrates the 
yawning chasm to be bridged if Sean is to be really challenged! 
  With everybody otherwise occupied, I started playing with 
various motor-prop combinations and wing-tailplane rigging to try 
and improve on the miserable 7:26 of my last flight. With a 
different prop and an adjustment to wing incidence, I was attaching 
the motor to the rear hook when I discovered the model floating 
away – all I had hold of was the prop and the first two centimetres 
of fuselage. Aargh! I was fortunate in that most of the others were 
some distance away and could not hear (I hope) the sobs of 
frustration emanating from your Editor! What with the buckling 
tailboom and this new development, I can categorically state that, 
despite it’s dangerous propensity to inflict nasty punctures into the 
unwary, 0.004” diameter boron fibres are a definite must to 
strengthen the fragile and oft-handled fuselage bits. It may also 
serve as an aid to the preservation of sanity! Those of you who wish 
to have a go at F1D and thereby challenge their own state of mental 
equilibrium, may obtain some of it from me, I have somewhere near 
a 1000 ft of it! (Thanks to Merv. Buckmaster). You may also need a 
bottle of strong liquor – my preference being for Irish Whiskey – 
there you’re on your own. 
 To summarise, it was a good day of “sport” flying (if you were 
to ignore the curled-up bundle quietly sobbing in the corner), but I 
think the extra day would be better utilized if we were to hold a 
competition - F1L, F1M or, I dread to say it, F1D. This would focus 
attention on one or two classes rather than the anarchic free-for-
all that the present format engenders. 
 

Indoor Percentage Open 

Bostonian (Hall Record 3:24) 

 FL1 FL2 FL3 FL4 FL5 Tot Perc 

Colin Parker 2:15 2:32    287 74.5 

Jim Fullarton 2:17 1:34 1:49 0:57  246 67.2 

Mike Glaister 1:24     84 41.2 

F1M (Hall Record 9:49) 

Sean O’Connor 4:02 9:01 2:43 2:38  783 91.9 

Colin Parker 5:07     307 52.1 

Jim Fullarton 3:59     239 40.6 

F1D (Hall Record 9:22) 

Mike Glaister 6:58 7:26    811 79.4 

        

        

LRS (Hall Record 4:31) 

Colin Parker 3:01 2:07    308 66.8 

        

        

 
Rune Johannson’s ‘58 Wakefield 

 I remember buying my copy of Flying Models from the 
Technical Bookshop in Swanston Street (I was going to RMIT at the 
time) and eagerly reading the construction article on Johannson’s 
Wake, with the forlorn hope of building it – forlorn because it was 
way beyond my skill level at the time (probably still is). I had until 
very recently either lost or misplaced my copy of the magazine and 
had, over time, forgotten about this particular design. That is, until 
Devon Sutcliffe sent me photocopies of the construction article 
from the March ’59 edition of “Flying Models” and re-awakened my 
interest. 

 Of the top models of that year, Johannson’s model is 
definitely the easies to reproduce, Bond Baker’s model having a 
moulded fuselage requiring a carved form of double- parabolic 
cross-section, while the fuselage of Zurad’s model was a 
nightmare of Warren Truss spacers with the added complication 
of a hinged rear fuselage and a thin and intricate multi-spar wing. 
 The plan of Johannsen’s model in the FM article had been 
drafted by Dotty Conover, Larry’s wife, and was “Americanised” 
in that the metric dimensions of the original had been converted 
to Imperial (American) units The re-drawn plan in this newsletter 
has been re-converted back to the original metric format. 

  Making the model should pose no real difficulty as all the balsa 
cones of the fuselage are of the same taper and can easily be 
formed using a billiard cue (I’ve tried, and it works). The wing and 
tailplane are devoid of complexity and should remain warp-free 
(that is, if you built it that way!) The only point to note is the 
need for careful wood selection to keep the weight down. Fitted 
with a bigger propeller and more rubber (80 rather than 50 gm) 
it would make a good Open Rubber model, perhaps capable of 
challenging Col Collyer’s “Shaw Thing” 

 John Upton’s ’58 Wakefield 

  When Devon sent me the information on this model, my first 
thoughts were how relatively uncomplicated it was, the main 
focus of attention being the wing which, with it’s thin section and 
high aspect ratio, was quite advanced for the time. However, the 
substantial leading and trailing edges do raise the question as to 
whether the spar is really necessary. A similar question arose in 
my mind concerning the fuselage structure. The Warren Truss 
structure of the tail boom was a logical method of building a stiff 
and light rear end, but the very light spacers of the forward 
fuselage and 3/16” square longerons seem to cry out for sheet 
covering. An e-mail (and subsequent reply) to Devon quickly 
dispelled this thought – All New Zealand Wakes of the period 
followed a similar pattern, the fuselages were covered in 
Japanese tissue only. 

   While the wing and forward fuselage were well defined by 
full-size drawings, much of the other detail came in the form of 
sketches hurriedly made by Devon when John Upton brought the 
model to a club meeting. The most mysterious detail of all 
concerned the method of joining the rear fuselage to the front. 
In reply to this, I was directed to an article in the April 1951 
Aeromodeller written by a M. Garnett and George Woolls. 
Obtaining a copy of said article from Ron Neve, I was amazed to 
discover that the motor was wound from the front and 
completely outside the model, the rear anchorage being held by a 
long wire, the rear end of which was attached to a firmly 
anchored post (first documented use of a stooge?) and which 
extended through the entire length of the fuselage (and then 
some!) The forward end of this wire was also fitted with a quickly 
removable “Protection Plate” to guard against flailing strands of 
broken motors. With winding complete, the motor (or more 
properly the model) is drawn into (over) the motor and the rear 
peg fitted. 

  What was even more interesting was the method of 
attachment of the rear fuse – a rubber (or spring loaded) 1/8” 
dowel drops into a tapered slot in ply tongues, which extend back 
from the rear of the forward fuselage, the slight taper drawing 
and locking the two fuselage sections together. Very, very neat! 
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OVERALL LENGTH:

WINGSPAN:

PROPELLER:

TAILPLANE AREA:

PROJ. WING AREA:

MOTOR:

 

1160 mm. 

1308 mm. - 1281 mm.(Proj.)

460 x 600 mm.

4.19 Sq. Dm.

14.47 Sq. Dm. 

14  Strands of 6 mm. x 1 mm. Pirelli - 50 gm. 

REFERENCES: 

1. Article in "Flying Models", March 1959

3rd. PLACE :                             Total: 819 sec.

SWEDISH TEAM ENTRY - RUNE JOHANNSEN

WAKEFIELD TROPHY  1958

REDRAWN: MKG 
OCTOBER 2011

Cutting Patterns for Fuselage Sections

Fuselage Section A - 1.5 mm Med. Fuselage Section B - 1.5 mm Med.

Fuselage Section C - 1.5 mm Med.
Fuselage Section D - 1 mm Med.

 A  B  C  D

Fin Outline - 7 
Laminations 1 x 3 Med.

Fin Ribs - 0.8 x 8 Med. - Sand 

to Streamline Section

Spar - 0.8 x 8 Hard - 
Taper to 0.8 x 3 at Tip

6 Laminations 1 x 3 Med.

2.5 x 9.5 Hard

4
.0

4
.515.5

R4.5

Ø
4.
0

2M Set Screw

Drill 2 mm

Drill and Tap 2M

6
.0

25.0

23.0

3
.1

Ø
2.
0

Ø
1.0

Drive Dog - Dural

Prop Hinge - Dural

Wing Joiners - 2 mm Piano Wire - 2 Off

-2.5°

Prop Shaft - 2 mm Dia. Piano Wire

5
6
.0

100.0100.030.0

6
.0

2
0
.0

6
.0

2
7
.0

4
0
.0

A A

B

B

Section A - A

Pylon - 3 Laminations 4.5 Med. Sheet

Section B - B

1.5 x 6 Hard

1.5 x 1.5 Hard - All Spars

0.8 mm Med. Sheet

0.8 mm Med. Gussets

W2 W2 W2 W2 W2 W2 W2 W2 W2 W2 W2 W2 W2 W2 W1W2W2aW3W4

W1 - 1mm Ply - 4 Off

W2 - 1.5 mm Med. Quarter Grain - 30 Off

W2a - 1 mm Ply - 2 Off

W3 - 1.5 mm Med. Quarter Grain - 2 Off

W4 - 1.5 mm Med. Quarter Grain - 2 Off

W1

S1 - 1.5 mm Med. Quarter Grain - 14 Off

Pr
op
e
lle
r 
B
la
d
e 
S
h
ap
e

Nose Block - 2 Laminations 6mm Ply

Brass Bush - 2 mm I.D.

Stop Pin - 2 mm Dia.

6 x 6 Med.

3 x 10 Med.

0.8 mm Med./Soft Sheet

2 mm I. D. Brass or Alum. Tube

1.5 x 3 Hard1.5 x 3 Hard - Taper to 1.5 x 1.5 from W3 - Rear Spar Only

Tips from 3 mm Med. Sheet 
or 7 Laminations 1 x 3

45

13
0

W2W2W2W2W2W2W2W2W2W2W2W2W2W2W1 W2 W2a W3 W4

Ventral Fin  1.5 Med. Sheet

S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1 S1

 
Rune Johannson’s Third Place ’58 Wakefield 

 

 

 

 

 



Page  of 5 

5

1
16" Ply Tongues - 2 Off

W1 - 132" Med. Quarter Grain - 29 Off

W1 - 116" Med. Quarter Grain - 2 Off

W11 - 132" Med. Quarter Grain - 2 Off

Ribs W3 to W10 Make by Sandwich Method - 2 Off Each

3
16" x 

3
16" Hard Longerons

1
16" x 

3
16" Hard Spacers

1
8" Med. Sheet

1
16" Med. Sheet

1
8" x 18" Med. Longerons

1
16" Med. Sheet

1
8" Med. Sheet

1
8" x 

1
8" Hard Keys

1
8" x 

1
2" Slot for Locating Dowel

1
16" Ply Tongues

1
16" x 

1
8" Diagonal Spacers

1
16" Med. Sheet Fins

Propeller Carved from 1" x 3" x 9" Med. Hard 
Block  - Blades Cut Diagonally - Bilgri Style
Note Wire Hub - No X-Block Construction  

4.5°

0°

Pylon - 116" Med. Sheet

Fuselage Covered with Silk or Japanese Tissue - Yellow

Wings Covered with Japanese Tissue - Red

Tailplane Covered with Japanese Tissue - Red

3
32" x 532" Hard Web - Taper to 332" x 332" at Tip

1
16" Med. Sheet Fins - 2 Off

Fins Covered with Japanese Tissue - Yellow

1
16" Med. Sheet Tailplane Platform

0.032" Hooks

1
8" Med. Gussets

312" Dihedral312" Dihedral

W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1 W1

5
32" x 1" Med.

1
4" x 

5
8" Med.

1
16" x 

1
4" Hard - Top and Bottom

3
32" x 

5
32" Hard Web

W2 W3 W4 W5 W6 W7 W8 W9 W10 W11W2W3W4W5W6W7W8W9W10W11

5
32" x 1" M

ed. - Taper to 
1
8" x 

3
4" at Tip

1
4" x 

5
8" Med. - Taper to 

3
16" x 

1
2" at Tip

Tip - 14" x 
3
8" Med. - Carve to Profile

WAKEFIELD TROPHY  1958

NEW ZEALAND TEAM ENTRY - JOHN UPTON

?? th. PLACE : --, --, --, --, -- TOTAL: ---

REFERENCE:  Original Sketch from John Upton - Courtesy Devon Sutcliffe

DRAWN: MKG 
OCTOBER 2011

12 Strands of 1 x 6 mm. Pirelli - 50 gm.

15.36 Sq. Dm. 

4.06 Sq. Dm. 

460 x  490 mm.

1281 mm. - 1250 mm. (Proj.)

1200 mm. 

MOTOR:

 

PROJ. WING AREA:

TAILPLANE AREA:

PROPELLER:

WINGSPAN:

OVERALL LENGTH:

1
8" x 

1
8" Hard

S2 S2 S2 S2 S2 S2 S1 S2 S2 S2 S2 S2 S2 S1S1

S1 - 1 8" Med. Quarter Grain - 3 Off

S2 - 132" Med. Quarter Grain - 12 Off

1
8" x 316" Hard

1
4" x 

3
8" Med.

1
8" x 

1
2" Med.

 

John Upton’s (NZ) 1958 Wakefield  
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The Rise and fall of Davies-Charlton 

Here we trace the fortunes of one of the more recognizable British model engine manufacturers of the second half of the 
20th century—the Davies-Charlton Company. This manufacturer's D-C range was destined to enjoy a relatively long period of 
success in the British marketplace, but as we shall see in due course, it fell on hard times for a number of reasons, finally 
succumbing to the inevitable in the mid 1980's.  

As far as we are presently aware, the full start-to-finish story of the Davies-Charlton enterprise has never previously been 
summarized in a single published article. Portions of the story have certainly been told, and in fact the outlines of the company's 
golden years appear to be reasonably well known due to the ongoing coverage of the range in the modelling media during its hey-day. 
However, the early and later periods have been veiled by comparison. There was also a certain amount of behind-the-scenes 
activity, which has largely gone unreported. Here we hope to shed a little more light on those matters by placing them in context 
with the company's better-known history.  

But before getting started, there are several acknowledgements to make. Firstly, I owe an immense debt of gratitude to 
David Owen for sharing his first-hand recollections of the latter years of the Davies-Charlton enterprise and for reading through 
the original text and offering some excellent suggestions. Although I accept full responsibility for the following text, David's input 
added a great deal to this story.  

Secondly, I'd like to express my gratitude to Jim Woodside for making me aware of a number of facets of this saga from his 
own personal knowledge. It's this kind of background detail that really breathes life into these studies of early model engine 
history!  

The late and much respected Ron Moulton was good enough to add a few details from his extensive store of knowledge about 
English modelling matters during the period in question. I'm extremely grateful to Ron for taking the time to assist in this manner.  

Perhaps the greatest reward for the considerable amount of effort involved in the preparation of these articles is the receipt 
of additional information as a result of their initial publication. Following the original appearance of this page, we were absolutely 
delighted to hear from former D-C Managing Director Bill Callow. Bill was kind enough to correct a number of errors in our coverage 
of the later years of the company as well as fill in a number of details, which had escaped our notice. For this, we are very much in 
Bill's debt.  

Adrian Duncan, May, 2010 
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Origins 
The Davies-Charlton company had its origins in 1946, when a young Welsh toolmaker named Hefin Davies established a one-man 

design office in the small Lancashire town of Barnoldswick. Speaking many years later to Bill Callow, Davies recalled that his start-
up capital for this venture amounted to £40, which he had saved up entirely in the form of silver sixpences (2 1/2 p). A total of 
1,600 sixpences—quite a collection!  

The late Ron Moulton characterized Davies as having a somewhat "fiery" temperament, which fits with some of our later 
knowledge of his interactions with others. By all accounts, he was a difficult individual to work with. This may have been part of the 
motivation for Davies branching out on his own as he did and thus becoming his own boss.  

Initially, Davies produced drawings for the use of home constructors, but soon expanded his range of services to include sets 
of castings and machined components for the featured designs. These kits were produced by others at this stage. The Mk I 
Wildcat diesel was one of the designs offered for sale in this form, along with a hot air (Stirling cycle) engine.  

In 1947, Davies bought his first lathe and commenced the in-house production of his designs. He also adopted the company 
name of Davies-Charlton. The name of the company implies the involvement of an individual named Charlton and I recall the odd 
reference to such a person in long-ago conversations with other modellers. However, nothing appears to be known about him and it’s 
actually possible that he never existed! Certainly, the affairs of the company were directed by Davies right from the start, and I 
can find no record of Charlton ever putting in a public appearance. So we have to allow for the possibility of the name having been 
added simply to give the company a more "up-market" title—there are precedents for this.  

From the outset, Davies-Charlton's primary purpose was to undertake custom precision engineering work for others under 
contract. Indeed, this type of activity occupied a substantial proportion of the company's technical resources over much of its 
active lifetime. Bill Callow recalls the fact that during its heyday Davies-Charlton was one of the most successful aero-space sub-
contracting companies in the whole of the UK.  

Model engine production was quickly added to the company's range of activities and developed into an important facet of 
Davies-Charlton's business portfolio, albeit subsidiary to the company's sub-contracting work for much of its existence. The early 
addition of the model engine sideline reflects Hefin Davies' personal passion for model engines, which lasted throughout his 
lifetime, as clearly recalled by Bill Callow.  

Davies-Charlton's original production facilities were established in the small town of Barnoldswick (colloquially known as 
Barlick and its inhabitants as "Barlickers") in eastern Lancashire at an address on Rainhall Road. At first sight, this would appear to 
be a rather odd location for a model engine manufacturer! Barnoldswick was a cotton mill town until the late 1950's and was served 
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both by a branch line of the Midland Railway (since closed) and by the Leeds & Liverpool Canal. However, the town was (and is) less 
well served by road. With a present-day population (in 2010) of some 12,000 people, it remains the largest town in the British Isles 
not served by any A-roads. To make up for this, a Roman road still serves the area, as it has for almost 2000 years!  

It comes as something of a surprise to learn that despite the town's relatively small size, cotton mill background and seeming 
isolation, Davies-Charlton were by no means the first precision engineering firm to be located in the community. The now-defunct 
Rover automobile company had operated a factory there before the war, using a converted cotton mill as their premises. By 1941 
this facility was disused, but in that year part of the plant was converted into a hush-hush aero engine development facility which 
was operated by Rover until January 1943. At the time, Rover were involved in the initial development of the turbojet engine in 
association with Frank (later Sir Frank) Whittle, and the first Rover-built test engines of Whittle's design were completed in 
October 1941 at Barnoldswick.  

In January 1943 a deal was concluded whereby no less a company than Rolls Royce would take over the jet engine program 
from Rover, who would in turn assume responsibility for the production and further development of the Rolls Royce Meteor tank 
engine, a derivative of the famous Merlin aero engine. Under the terms of the deal, Rover took over the Rolls Royce tank engine 
factory in Nottingham and surrendered their Barnoldswick jet engine plant to Rolls Royce, who established their own jet engine 
design center at the site. Rolls Royce have remained a major employer in the town ever since and have recently (2010) completed a 
new plant there to manufacture a range of specialized jet engine components.  

According to the late Ron Moulton, Hefin Davies got his start by working for Rolls Royce as an apprentice and had become a 
skilled toolmaker through that experience. One outcome of Davies' early experience with Rolls Royce was a firm commitment to the 
proper training of his own employees. Speaking years later to Bill Callow after the latter had become the Production Manager for 
D-C Ltd, Davies recommended that if a former D-C apprentice ever appeared at the door seeking employment, Bill should hire him 
because he would know that the individual had been properly trained!  

It seems that Davies saw an opportunity to set up in business for himself, using the Rolls Royce connection to establish a 
profitable business line right from the outset. This of course fully explains Davies-Charlton's decision to co-locate with Rolls Royce 
in Barnoldswick. Jim Woodside recalls that Davies-Charlton's main business continued to be the contract manufacture of precision 
components for Rolls Royce even during their hey-day as model engine manufacturers. The engine manufacturing was a secondary, 
albeit important, source of revenue for the company during that period.  

Barnoldswick must have provided Davies with a sizeable pool of skilled workers upon which to draw. The successive presence of 
Rover and Rolls Royce would have ensured that as of 1947 the town was home to a significant pool of highly skilled precision 
engineering personnel, a few of whom might have been surplus to Rolls Royce's immediate requirements or might have been 
persuaded to make a change. Alternatively, skilled workers may have been enticed there by the prospect of being taken on by the 
prestigious Rolls Royce Company on the basis of their experience with Davies-Charlton.  

The first Davies-Charlton model engine to be manufactured at this location made its debut in 1947. This was the 5.3 cc D-C 
Wildcat diesel, a bulky but well-made and dependable sideport unit with a useful "sports" performance by the standards of its day. 
It appeared in three successive variants over a period of several years, and a glow-plug conversion kit was also developed. The 
company recommended that the use of this kit be restricted to engines, which had been well used previously in diesel configuration. 
The Wildcat was notable for the excellent quality and finish of its castings.  

It was during this period that Davies-Charlton first entered the flying model kit market. They did so with a control-line stunt 
model designed expressly for the Wildcat diesel and sharing the "Wildcat" name. As far as the record shows, this was the only kit 
produced by the company during the early years. It's unclear whether or not this kit was actually manufactured by D-C Ltd, but it 
seems unlikely—wooden kit manufacturing and precision engineering are rather incompatible activities under the same roof.  

After a production run of the better part of three years which earned the company a good reputation among modellers, the 
trusty Wildcat was replaced in 1950 by the far more up-to-date and equally well-made 3.44 cc D-C 350 diesel, which again appeared 
in several variants and was offered in both diesel and glow-plug versions. It attracted very favourable media reviews and was 
evidently well received by the modelling public since it was destined to enjoy a comparatively long production run. As far as we know, 
these early products were designed primarily by company founder, Hefin Davies.  

Amalgamation 

During the early 1950's the company's ongoing involvement with contract work through Rolls Royce and others began to take 
up an increasingly disproportionate amount of Hefin Davies' time, deflecting him away from the design of further new model aero 
engines. This situation prompted a significant change in 1952 when Davies-Charlton joined forces with Alan Allbon, who had been 
marketing his own rather more diverse engine line since 1948.  

Allbon had started with two successive variants of a very workmanlike 2.8 cc sideport diesel, but had successively added the 
1.5 cc Arrow glow motor and 0.55 cc Dart diesel to his line-up in addition to the Mk I version of the famous 1.5 cc Javelin model, 
which was a highly-regarded diesel version of the not-so-successful Arrow.  
The Allbon engines were initially manufactured at a plant located at 51A Thames Street, Sunbury-on-Thames, Surrey (not 
Middlesex as reported by Lawrence Sparey!), just to the west of London. This was nowhere near Barnoldswick but was very close to 
the successive haunts of the E.D. company at Kingston-on-Thames, West Molesey and Surbiton, and not all that far from the 
International Model Aircraft (IMA) plant just to the east at Merton, where the Frog range was manufactured. The model engine 
industry was a significant employer in South-West London in 1948! Think of the craic in all those engine-maker's pubs!  

The Dart was introduced in late 1950, and its immediate and overwhelming popularity forced Allbon to limit production of 
other models, the Arrow in fact being dropped altogether. Even with these changes to the production schedule, the demand for the 
Dart evidently outstripped Allbon's ability to produce it at his existing facility. As a result, by mid 1951 Allbon found himself faced 
with a significant challenge—he had an extremely successful product but was unable to produce it at a rate which matched the 
demand. This situation appears to have resulted in Allbon entering into discussions with Davies-Charlton regarding the possible 
mutual benefits of some level of cooperation.  

The initial consequence of these discussions was Allbon's late 1951 closure of his Sunbury-on-Thames facility. By January 
1952 he was advertising his products from a far more bucolic address at The Forge, Cople, which is a small rural community of some 
700 people lying out in the countryside to the south-east of Bedford. Interestingly, the only model advertised by Allbon during 
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most of 1952 was the Dart, implying that the Mk I Javelin had joined the Arrow in being suspended due to the pressure on Allbon's 
production capabilities to meet demand for the Dart.  

Initially there was no mention of any involvement at this time on the part of Davies-Charlton (who continued to advertise 
separately), creating an impression that the Allbon engines were still being independently manufactured by Allbon Engineering, 
albeit at the Cople location. However, in his "Accent on Power" column in the April 1952 issue of Model Aircraft, Peter Chinn let slip 
the fact that the manufacture of the Dart had actually been taken over by Davies-Charlton. It was undoubtedly this move that had 
permitted the closure of the Sunbury-on-Thames plant and prompted Allbon's relocation to Cople, an odd location for a model 
engine manufacturer if ever there was one! It appears that Allbon had simply moved his residence and his business office to Cople, 
leaving Davies-Charlton with the job of actually making the engines.  

It's significant that during this period Allbon continued to advertise independently from his Cope location under the Allbon 
Engineering banner, while Davies-Charlton in turn continued to advertise their own distinct range from the Barnoldswick address. 
The clear implication is that at this stage no actual merger of the two companies had taken place. In all probability, Allbon had 
taken advantage of Davies-Charlton's previously-mentioned willingness to undertake contract work for others and had simply 
contracted out the manufacture of the Dart to Davies-Charlton. Hence the relationship at this stage was purely contractual.  

This arrangement must have worked out well for both parties, since the next step towards a full merger was the combination 
of the distribution arrangements for the Allbon and D-C ranges. This was a logical move given the fact that the Dart was in reality 
being manufactured by Davies-Charlton despite Allbon's ongoing reluctance to openly admit this fact! By mid 1952, Allbon's 
advertisements were confirming that the distribution (as opposed to the manufacturing) of the Dart had been taken over by 
Davies-Charlton, although Allbon still continued to advertise separately from his Cople location and still stopped short of crediting 
Davies-Charlton with the manufacture of the Dart.  

Allbon was still advertising the Dart independently from his address at Cople in October of 1952, but the distribution of both 
the Allbon and D-C ranges had then been taken over by E. Keil & Co. This arrangement was to continue for some time following the 
completion of the merger.  

The amalgamation of the two companies was apparently completed prior to the end of 1952. No more was heard of the Cople 
location, although it's quite possible that Allbon maintained both his residence and his design office there. Production of the Allbon 
engines by that name was now openly consolidated at Davies-Charlton's Barnoldswick plant in Lancashire along with that of the 
continuing Davies-Charlton models.  

The merger allowed Davies to continue to lead the doubtless-lucrative contract work while Allbon assumed primary 
responsibility for the subsidiary model engine development and production program. It also allowed the expansion of the Allbon 
range at production levels, which could be tailored to meet demand. Hence there were clear benefits for both parties.  

Initially, the distinct identity of the two ranges was maintained, with Mk II versions of both the Allbon Dart (now with a red 
head in place of the original pale green) and the Allbon Javelin appearing more or less concurrently with the merger, along with the 
newly-introduced 1 cc Allbon Spitfire. Moreover, the Allbon name continued to be applied to other new designs as time went by, 
including the 0.15 cc Allbon Bambi, which was launched upon the marketplace in June 1954. The well-established 350 models (diesel 
and glow) carried on under the D-C banner at the same time.  

Relocation and the Glory Years 

The amalgamation of the D-C and Allbon ranges must have severely taxed the existing model engine production facilities at 
Barnoldswick. Moreover, by mid 1954 plans were well advanced for the introduction of several new models to augment the existing 
ranges. All of this must have underscored the need for expanded production capacity.  

The introduction of the very popular Allbon Merlin in October 1954 was apparently the final straw, and a move to the Isle of 
Man was put in hand soon thereafter, presumably in part to address the above-mentioned need but also doubtless at least in part 
for tax and business incentive reasons. The company continued to advertise from their Barnoldswick location through the early part 
of 1955, but by June of 1955 the move to the company's modernised factory at Hills Meadow, Douglas, Isle of Man was evidently 
complete. All subsequent Davies-Charlton model engines were manufactured at the new location.  
 The Isle of Man is part of the British Isles but is not part of the United Kingdom, having its own laws and government under 
the ultimate authority of the British Crown. It is in fact defined as a self-governing British Crown Dependency. At the time in 
question, the Manx government was making a determined effort to attract investment to the island, and we may be sure that 
Davies-Charlton took full advantage of the various available incentives. Bill Callow understands that Davies did receive a grant from 
the Manx government of the day to help finance the establishment of the company on the IOM.  
 It might appear at first sight that this move must have rendered Davies-Charlton's ongoing contract work for Rolls Royce 
somewhat more problematic from a logistical standpoint given the fact that the two companies were no longer co-located. However, 
the fact is that the Barnoldswick factory remained in operation for some years after the move, presumably to facilitate the 
ongoing sub-contracting work for Rolls Royce. It was also later used for a time as a centre for the production of the model engine 
fuels marketed by Davies-Charlton.  

There were other high-tech aviation-related industries located on the Isle of Man at this time, including Ronaldsway Aircraft, 
Manx Engineers, the Dowty undercarriage-making firm and the Martin-Baker company who made ejection seats for the RAF and 
others. There have been credible suggestions that Davies-Charlton undertook contract work for local firms such as these, which 
may have taken up some of the slack for a time at least.  

Regardless, there are indications that it was from this time onwards that the model engine manufacturing began to assume a 
greater relative importance in the affairs of the company. It is certainly true that following the completion of the move to the Isle 
of Man, the company acted quickly to expand both its model engine range and its line of associated products.  

The July 1955 introduction of the 0.76 cc Super Merlin with its red head and spinner plus plastic fuel tank was followed in 
November of the same year by the introduction of the Super Merlin-inspired 1.49 cc Allbon Sabre, which replaced the very popular 
Allbon Javelin Mk II. Davies-Charlton's re-entry into the kit-manufacturing field followed immediately in December 1955. Their 
first two kits were the Chipmunk semi-scale control-liner and the Ballerina free flight model, both specifically tailored to the Super 
Merlin. The D-C Bipe control-line biplane kit, again designed for the Super Merlin, was added to the range in August 1956, and 
finally the Wimpie control-line trainer for the same engine appeared in November 1956. The latter kit was not a success and didn't 
last long on the market. However, the others all survived for some years.  
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It's presently unclear whether or not the kits were actually manufactured by Davies-Charlton. They were after all set up as a 
speciality precision engineering concern, and the manufacture of kits was a highly distinct business line requiring quite different 
tooling. Moreover, woodworking and precision metalworking don't mix well in the same premises! It seems entirely possible that the 
kits were manufactured by others under contract, perhaps by KeilKraft, with whom Davies-Charlton had been closely associated 
only a few years previously. If anyone knows more about this, please speak up!  

The company also produced a neat and very practical engine test stand as well as fuel tanks, radial mounts, fuel cutouts, 
airscrews and an adjustable control-line handle. There was also the Allbon diesel fuel, which was tailored to the company's engine 
range. Another interesting product of the company during these years was their hot air (Stirling Cycle) stationary engine, which 
sold for 30 shillings and was advertised as the "Hot Air Engine for boys of all ages"! These intriguing engines are much sought-after 
collectors items today among aficionados of stationary engines.  

The decade following their relocation proved to be the golden age of Davies-Charlton as model engine manufacturers, since it 
was during that period that the range established itself as one of Britain's most popular and recognizable model engine marques. 
Although the company's smallest-ever design, the 0.15 cc Bambi, was only modestly successful in sales terms and served more as a 
"manufacturer's statement" than anything else, their other sports diesels such as the 0.76 cc Merlin (in standard and "Super" 
formats), the 1.5 cc Sabre and the Sabre-derived 1 cc Spitfire Mk II (February 1957) quickly established themselves as sport-
flier's favourites. In September 1957 the company also entered the popular model boating field in a big way by introducing marine 
versions of their entire model engine line-up from 0.55 cc to 3.5 cc. Both the range and the market scope were expanding, and 
business was good!  

There were of course disappointments along the way. The 3.5 cc Manxman diesel which replaced the old D-C 350 in March 
1956 was an extremely well-made and attractive engine, but it seems to have enjoyed rather limited sales success and was phased 
out relatively quickly. To make up for this, the 2.5 cc twin ball-race Rapier which appeared in February 1957 alongside the Spitfire 
Mk II was somewhat better received and remained in production for some time. It was a really nice engine—I still fly one regularly 
today.  

In 1958 there was a limited-edition version of the Rapier with a red-anodised head, which was otherwise identical to the 
original green-head model. Very few of these were produced—a former employee of the company suggested around 200 in total.  

Although the Dart, Spitfire and Sabre "twins", and the Rapier were all initially marketed under the Allbon name, that name 
was progressively dropped following the move to the Isle of Man, seemingly disappearing entirely in 1958 after lingering for a while 
on the company's diesel fuel labels. It appears that a gulf progressively developed between Hefin Davies and Alan Allbon, which 
eventually resulted in Allbon parting company with Davies-Charlton in 1959. He initially joined forces with a Mr. Saunders to make 
the excellent little 0.55 cc AS 55 diesel in the early 1960's before abandoning the model engine field for the optical industry. The 
staff of Davies-Charlton was subsequently brought up to strength by the addition of Harry Hundleby, who was a former editor of 
Aeromodeller magazine and was then resident in the Isle of Man.  

Meanwhile, Davies-Charlton maintained their prominent position in the British model engine industry in addition to continuing 
their contract precision engineering work for Rolls Royce, among others. In mid 1958 Hefin Davies decided that Davies-Charlton 
would re-enter the glow-plug field, and with this in mind he undertook an extensive tour of the USA to study American production 
methods. Since Davies-Charlton was not seen in America as a competitor, he was apparently welcomed by the manufacturers whom 
he visited. The fact that Davies took the time and spent the money to undertake this trip is another indication of the increasing 
importance of the company's model engine manufacturing activities.  

The immediate result of this initiative was the 1959 introduction of the innovative and technically very successful Tornado 
Twin 5 cc glow-plug motor. In my personal view, and speaking as a former user of this engine, this was Davies-Charlton's finest 
achievement in the model engine field. It was quickly followed in late 1959 by the more mundane but commercially successful 
Bantam 0.76 cc glow motor, which was a derivative of the Dart diesel model. There was also talk of a high-performance 2.5 cc glow 
motor, but this never actually materialized.  

The Tornado Twin was an outstanding technical achievement which richly deserved to succeed, but it must have cost a great 
deal to develop and in all likelihood never repaid its development costs. It didn't find that many buyers and only lasted a few years 
in rather limited production. It seems likely that this experience had its effect upon Davies-Charlton's appetite for the 
development of new models, since such development appears to have stalled for quite a few years following the demise of the 
Tornado. In fact, as events were to prove, the golden days of product development at Davies-Charlton were effectively over as of 
1960, although this was not apparent to the average aeromodeller (like myself) at the time...  

1959 also saw the introduction of what was in my personal view one of D-C's less praiseworthy ideas—the Quickstart spring 
starting system. This consisted of a coil spring which was secured at its inner end by the spraybar and wound around the front of 
the main bearing. It had an arm at the front end, which engaged with the tips of a "cam" made from aluminium alloy plate, which was 
sandwiched between the airscrew and the prop driver. The idea was to enable owners to start their engines without having to learn 
to "flick" them! You simple engaged the arm with the tip of the "cam", wound the engine backwards over compression and then let 
go!  

The presence of the pointed cam behind the prop hub made hand-starting a pain (literally!). In any case, the ends of the cam 
soon wore away or broke, forcing owners to bend the outer arm of the spring to engage with the actual airscrew. This generally 
ended up with the spring breaking or at the very least gouging chunks out of the rear of the airscrew. The coil spring also marred 
the surface of the main bearing quite fiercely. You can see this on the main bearings of many D-C engines encountered today.  

But the really aggravating thing about the Quickstart device was the fact that it was quite unnecessary—provided there were 
no base compression leaks, the D-C engines were actually very easy starters using conventional methods. Moreover, reliance upon 
the Quickstart device did nothing to teach new owners the correct approach to hand-starting a model engine—their real education 
only began once the dratted spring set-up finally failed! Many owners (including myself) found this device to be more a source of 
annoyance and unnecessary dead weight than anything else and generally discarded them straight out of the box.  

Finally, the latter part of 1959 saw the introduction of Davies-Charlton's famous triangular box, along with the adoption of 
the "Quickstart" label for their engines and fuel. The box was inspired by the three-legged emblem of the Isle of Man with its 
associated motto "Whichever way you throw me, I stand". It was doubtless relatively costly to produce and was only used for a few 
years before the company reverted to the use of more conventional cubical boxes.  
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The Bantam achieved great popularity despite being a less-than-stellar performer, and ushered Davies-Charlton into the 
1960's on a very positive note. It was in fact Britain's top-selling engine for a number of years and outlasted all of its British 1/2A 
glow competitors. In addition, Davies-Charlton maintained production of the sports diesels for which the firm had become well-
known during the 1950's, and these continued to sell well also. In 1963 they also took over the manufacture of the Frog range of 
engines on behalf of A.A. Hales, who had acquired the Frog line following its discontinuation by Lines Brothers and their IMA 
subsidiary in 1962. This is perhaps another indication that Davies-Charlton's involvement with outside contract work had entered a 
decline, leaving them with more resources to devote to model engine manufacture.  

Production of the original 2.5 cc Rapier had been somewhat sporadic after 1959 and appears to have ended entirely when 
Davies-Charlton took over the manufacture of the Frog line on behalf of A. A. Hales. This was likely due to the fact that they were 
now manufacturing the Frog 249 BB for A. A. Hales, and the Frog was actually a superior engine in performance terms. Production 
capacity considerations doubtless underscored the undesirability of continuing to manufacture what were in effect two competing 
2.5 cc models side by side. Happily, the Rapier was to gain a new lease on life in later years, as we shall see in due course.  

In 1960, some local competition for Davies-Charlton appeared in the form of the M.E. engines, which were manufactured by a 
new company known as Marown Engineering which was located in Glen Vine on the Isle of Man. This venture was established by 
Walter Kendall, who had previously been an associate of Hefin Davies in the Davies-Charlton business. The M.E. engines were 
extremely well-made and undoubtedly represented significant competition for Davies-Charlton.  

We may well imagine that Davies was not best pleased with this development, particularly given the fact that the design of the 
M.E. engines displayed clear evidence of their D-C ancestry! Not only that, but to add insult to injury, the Marown Engineering 
company later joined Davies-Charlton in competing for a share of the lucrative aero-space subcontracting work from Rolls-Royce 
and others.  

Stagnation 

Throughout the 1960's Davies-Charlton continued to maintain their position in the marketplace with their established D-C and 
Frog line-ups. Bill Callow began his career with D-C Ltd during this period, starting as an engineering apprentice in 1968 and 
advancing to the position of charge-hand on the grinding section before leaving for a period of 5 years to work for others as a Rolls 
Royce-approved inspector. Bill estimates that the company's workforce at its peak may have totalled some 120 individuals.  

During this busy period, the company had no fewer than three distinct facilities in operation. Firstly, there was the main Hills 
Meadow factory, which was fully occupied with the aero-space sub-contracting work as well as the production of the Frog engines 
and the components for the D-C engine range. There was also a second IOM facility housed in an ex-WW2 Nissin hut a few hundred 
yards away from the main factory on the Hills Meadow estate. This included the company's model engine assembly, testing, 
packaging and warehousing operations as well as the gravity die-casting and painting operations involved in the production of D-C's 
well-known and very popular adjustable control line handles.  

The Barnoldswick plant also remained in operation well into the 1960's, although it was eventually closed down later in the 
decade and sold for other uses. From that point onwards, all of D-C Ltd's activities were concentrated in the IOM.  

The company thus entered the 1960's as a major player in the British model engine industry. However, new models failed to 
appear. As the decade of the '60's wore on and the 1970's began, both the Frog and D-C ranges were falling increasingly behind 
the times. In addition, people were beginning to notice that quality control was undeniably suffering  

The decline in standards at Davies-Charlton probably commenced not long after Alan Allbon's departure in 1959. By all 
accounts, Hefin Davies was not an easy man to work for. The number of high-tech industries on the IOM was relatively small and 
although there were undoubtedly opportunities for employee mobility between these firms, few individuals would have been willing 
to risk being "black-listed" by the doubtless close-knit group of engineering firms on the Island.  

This gave such employers a considerable amount of collective "leverage" over their employees, and Hefin Davies reportedly 
exercised the resulting domination over his own "captive" work force to the full. In consequence, former employees generally 
remember Davies-Charlton as a somewhat unhappy workplace. Under such circumstances, a diminished level of attention to the 
quality issue might be expected—an unhappy workforce never delivers its best work.  

In fact, it may have gone even further than that! In later discussions with David Owen, Isle of Man resident OFW "Peter" 
Fisher of Performance Kits fame intimated that employee sabotage of engines was not unknown. Fisher went so far as to express 
his personal conviction that this took place with the collaboration of the engine testing and quality control staff and that some 
faulty D-C products were deliberately sent out to unsuspecting buyers. I actually recall getting a new Super Merlin in the 1960's 
that wouldn't start. When I checked, I found that the spraybar had not been cross-drilled for the jet holes! At the time, I 
assumed that this was merely an isolated error, but now I'm not so sure as David Owen has similar recollections from his time as a 
D-C distributor in Australia.  

There is some evidence to suggest that Hefin Davies was aware of this situation. At some point in the early 1960s, Davies 
wrote to Gordon Burford, the late and much-missed Australian maker of the Taipan range. This letter was hand-written and was 
mailed by Davies from his home address. Davies specifically mentioned that it had not passed through his office, indicating that it 
was very much an "under-the-table" initiative undertaken by Davies personally without the knowledge of his associates. A further 
indication of the secrecy surrounding this letter was the fact that Davies stopped short of actually signing it.  

In the letter, Davies suggested to Gordon that collaboration between Taipan and D-C might be of value to both parties and 
further, that if things worked out well he (Davies) might even re-locate to the "colonies" and set-up a joint venture with Taipan. 
Such a suggestion made without the knowledge of anyone at the factory certainly reflects an awareness on Davies' part of a degree 
of disquiet at Davies-Charlton and a ruthless willingness to take drastic steps to deal with this—if you can't beat 'em, ditch 'em!  

Davies' somewhat imperious attitudes are further reflected by his rather condescending suggestion that he might start the 
ball rolling by sub-contracting some parts to Taipan, namely prop-drivers, backplates and needle valve assemblies. If those parts 
proved to be within Taipan's capabilities, they might move on to more complex components! This despite the fact that Taipan 
manufactured engines which were widely recognized as being superior both in design and execution to those of Davies-Charlton! Not 
surprisingly, Gordon had no interest in pursuing a liaison with Davies-Charlton, and the matter went no further.  

This was not the only instance of Hefin Davies' relations with his Australian contacts being less than satisfactory. Former 
Australian D-C distributor David Owen also recalls Davies' refusal to deal appropriately under warranty with the issue of a batch of 
flawed crankshafts, which were fitted, to a number of examples of the D-C Sabre. Davies in effect claimed that D-C crankshafts 
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were well made and didn't break, and that if they were breaking in Australia it was down to the collective incompetence of their 
"colonial" users! David recalls that such matters were handled far more amicably when Bill Callow returned to D-C Ltd as Production 
Manager in the mid 1970's.  

Meanwhile, back at Hills Meadow... The glow-plug motor and the R/C field were now very much in the ascendant, but Davies-
Charlton stubbornly continued their reliance upon the "standard" diesel as the mainstay of their D-C and Frog ranges. In 1971 they 
did produce an updated .049 glow motor—the Wasp—to replace the Bantam, a good and indeed long overdue move given the vastly 
superior performance of the new model. However, the 1/2A glow boom had passed by this time, and although the Wasp did enjoy a 
period of some popularity it was not the massive seller that it would have been ten years earlier. A sad case of opportunity lost.  

According to Bill Callow, it was at this point that Davies-Charlton finally abandoned the aero-space sub-contract work which 
had up till then been a major facet of their business. Instead, they now began to focus solely upon their model engine 
manufacturing activities. The main event which precipitated this change was apparently the 1971 entry of Rolls Royce into 
receivership and subsequent Government ownership, followed by the separation of their aeronautical and automotive components. 
Hefin Davies decided at this juncture that thenceforth the company would cease to place any reliance upon outside contracts and 
would instead live or die on the basis of its self-directed involvement in the model engine industry.  

In support of this change in focus, Davies made a considerable investment in new equipment, which allowed the application of 
updated manufacturing processes. An example of this was a major change in the method of producing the critical piston/cylinder 
fits. A number of very precise CNC grinding machines were acquired which eliminated the former skill-based individual honing 
process using relatively inexpensive machinery in favour of a largely automated grinding process. Another improvement was the 
addition of an aqua-blasting process for finishing the crankcases. Bill Callow recalls that the equipment upgrading process took some 
six years to complete at a total cost of some £500,000.  

There's no doubt that an investment of this magnitude represents a very strong statement regarding Hefin Davies' 
commitment to the future of his company. However, I have to say that as a loyal user of the resulting products, I never noticed any 
improvement in the quality of the fits in the later D-C engines—in fact, I formed the personal opinion that if anything the 
manufacturing standards had declined somewhat. The new equipment may have reduced unit production costs and certainly did 
result in the achievement of some truly excellent piston/cylinder fits, but the badly-designed con-rods and gudgeon pins plus poor 
fits elsewhere continued to let the engines down. Overall, major quality improvements were not apparent at the consumer level. 
Discussions with my contemporaries show that I am far from being alone in holding this perception.  

It actually seems a pity in hindsight that some of the funds expended on new equipment by Bill Callow's account were not 
directed instead towards the development of new models. This might have done far more to extend the life of the company than 
the changes in production methods applied to the existing designs appear to have done.  

Regardless, while these production changes were being pursued, the company still had to pay its way. Davies-Charlton 
supplemented their income by releasing several cosmetically re-packaged versions of some of their old stand-by's. Beginning in 1973 
several further revised versions of the Rapier were released, using a re-designed cylinder with only three sets of ports instead of 
the previous four. One of these variants had a blue head and a muffler and the other sported a green head sans muffler. The 
former was well down on power and tended to run hot, but it was so quiet with the muffler fitted that you could run it in your back 
garden without bothering anyone! The latter was intended as a "collector's replica" of the original 1957 Rapier, but the fact that 
the cylinder had only three exhaust ports hiding behind the four exhaust slits of the green cooling jacket was a dead giveaway! 
These engines were supplied with both green spinner nuts and conventional prop nuts as well as alternative long and short needle 
valves, both of which were equipped with brass end caps similar to those fitted to the original Rapier compression screws.  

As true replicas of the original, the re-issued greenhead engines were quite unconvincing, although they were very nice engines 
in their own right and are legitimate collectibles today. David Owen sold some 15-20 examples in Australia and recalls that whilst 
the piston/cylinder fits on these latter-day Rapiers were quite good, several were let down by very poorly fitted races and shafts. 
My own example is very well-made in all respects.  

In the mid 1970's Bill Callow returned to D-C Ltd to assume the position of Production Manager. His brief was to advance the 
company's production, and he was successful to the extent that by 1980 production had reached the impressive figure of almost 
1,000 engines per day! Bill states that every engine was tested before being packaged—an impressive challenge by any standard.  

In the latter part of the 1970's the firm introduced a revised version of their old Merlin design, which by then dated back 
around a quarter-century to 1954. The original Merlin was un-anodised, did not have a tank and featured a plain prop-nut, but its 
late 1970's replacement had light green fins and a turned metal tank, albeit still with a plain prop nut. It was supplied in a green 
box. The old Super Merlin continued to be offered with its red head, but there was in fact very little difference between the two 
models apart from the use of a spinner nut and a red box for the Super Merlin. Internally, the two models were identical.  

These moves were purely cosmetic in nature and did not represent any real attempt by the company to update its range in 
keeping with the changing marketplace. The firm did undertake some experiments with a 1 cc version of the Wasp, including one 
which was schnuerle-ported and had a tuned pipe, but unfortunately these never amounted to anything in a production sense. In 
addition, it must be said that the quality of the firm's later products was in no way comparable to that of their earlier efforts. All 
of these factors combined to create a steady erosion of Davies-Charlton's market position.  

Decline 

As 1980 came around, the company was beginning to struggle. The Frog range had already disappeared and the D-C range was 
steadily losing ground. Thanks to Bill Callow's success in advancing the production, supply was beginning to outstrip demand by an 
ever-increasing margin. And there was worse to follow—in late 1980 Hefin Davies died following a period of illness. It had been 
largely his energy and commitment (or just plain stubbornness) that had kept the company going as long as it had, and now that 
asset was lost.  

Bill Callow recalls that the future of the company was very much on Davies' mind during his final weeks. Almost right up to the 
day of his death, he continued to work to ensure the continued viability of the company after his demise. He had always been very 
devoted to his children, and one wish that he expressed to Bill Callow was that his son Graham should eventually work for the 
company. This wish was later fulfilled when Graham spent several summers away from his university studies working in the office at 
Hills Meadow.  
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The premature death of Hefin Davies was clearly a major blow to the company. His most sincerely-expressed wish during his 
last few weeks was that the D-C range should continue after his death, and Mrs. A. A. Davies and the rest of the family agreed 
that a serious effort should made to fulfill this desire. The role of Managing Director was assumed by former Production Manager 
Bill Callow, who was tasked with the advancement of the company's production while the remaining D-C wholesalers focused on the 
sales side.  

In order to sustain the company through this difficult period, Bill Callow applied for and received some £80,000 in operating 
funds from the Manx Government. This amount was repaid in full when the company was wound up a few years later.  

In 1981 the reorganized company produced a second version of the green-head Merlin. This was basically a cosmetic revision 
of the same engine, sporting a dark green head and an opaque cream plastic tank. This engine was supplied in a flimsy white box with 
a label overlay—even the packaging was going downhill.  

Another proposal, which received considerable attention at this time, was a planned revival of the 0.15 cc Bambi, which had 
been dropped from production way back in 1959. Doubtless the company was hoping to take advantage of the revival of interest in 
the engine among the growing model engine collecting community. In fact, Bill Callow believes to this day that the survival of the 
company might best have been assured by focusing on a revival of some of their vintage designs to tap into the growing nostalgia 
market which was developing at the time and which continues to this day.  

From surviving correspondence between Bill Callow and David Owen, it appears that they did manage to produce some 
prototypes, even going so far as to make a new mould for the gravity die-casting of prototype crankcases at their own facility. 
However, they were advised by their outside pressure die-casting contractor that the long-disused Bambi dies had suffered water 
damage and needed refurbishing at a cost of over £1500. Considerations of the consequent unit manufacturing cost along with less-
than-optimistic sales projections combined to make the project appear uneconomic, and it was shelved in early 1982. Despite this, it 
appears that a few examples of the "Mk II Bambi" such as the one pictured in Mike Clanford's A-Z of Model Engines, and the 
example illustrated on Tim Dannel's Model Engine Collecting web site were produced later by others, apparently using some of the 
gravity die-cast prototype castings.  

Bill recalls that he would also have liked to re-introduce the old Stirling cycle hot-air engine, but that this idea failed too due 
to the dies for that model also requiring costly re-furbishment.  

The Dav-Cal Era 
By the middle of 1982, it must have become obvious to all concerned that the days of mass-production of engines by Davies-

Charlton were a thing of the past. Unsold inventory had grown to problematic levels and a major proportion of the staff had been 
laid off. Hard though it must have been, Mrs Davies and the rest of the family came to the decision that the time had come to wind 
up Davies-Charlton and dispose of the company's assets, thus releasing the considerable amount of family capital tied up in the 
business.  

Bill Callow recalls that the wind-up of the company was handled in a manner that fully respected the interests of the remaining 
employees. All staff were found alternative employment prior to the closure taking effect, and they all received redundancy pay in 
addition. In consequence, many of the affected employees remained (and still remain) on the best of terms with Bill.  


